
the ship to enjoy pizza night. As he taxied by, my 
fl ightsuit dropped to my knees, and, for him at 
least, the moon rose over Pakistan.

The next afternoon, a squadron rescue team 
arrived on an S-3 and fi xed the aircraft in record 
time. We found the right main-connecting link 
had collapsed and bent on touchdown, which 
caused the right mainmount to toe-in, giving me 
the planing-link indications. The toe-in caused 
the veer and became progressively worse as I 
slowed. By the time I had stopped, the right wheel 
was toed-in about 15 degrees and canted-in about 
fi ve degrees from vertical. The aircraft sat with an 
obvious list, and the tire was bald (send me to the 
grog bowl). 

To top off this story, when I was ready to get 
back to mom, I started up, but, remember that 
INS problem I mentioned at the beginning of 
the article? Well, the INS was bad, and couldn’t 
get a ground alignment. Not wanting to return 
at night without an INS alignment, I remained 
another night with my Air Force brethren until 
our carrier’s helo guys delivered a new INS.

When planning for contingency operations in 
foreign countries, make sure you have all the 
divert information and keep it accessible. Noth-
ing is worse than trying to remember where you 
put the divert info while fl ying at night to an 
unlit and unfamiliar runway. In this instance, 
the added angst of diverting to a fi eld where hos-
tile fi re might be encountered required additional 
planning before fl ight to cover airborne decisions 
and ways to minimize enemy-fi re risk. 

When writing aircraft gripes, make sure you 
factor-in divert considerations. If you don’t want 
to divert with it, down it. 

You usually have enough time to take a step 
back when the unexpected occurs and to use all 
the resources available. 

I was quite proud to be a member of an 
organization that is so fl exible.   

Lt. Garrett is assigned to the Weapons Test Squadron, NAS 
China Lake. He flew with VFA-22 at the time of the incident.

The author recognizes he did not follow 
NATOPS, which calls for immediately and com-
pletely executing the emergency procedures for 
loss of directional control on touchdown. How-
ever, he wanted to share his experience. Once 

you recognize a planing-link failure on touch-
down, you must complete all emergency pro-
cedures. Loss of directional control happens 
suddenly and without warning. 

An FA-18 Class A mishap shows how this 
very situation can turn out much worse. In that 
mishap, the pilot acted just as the author did. 
At approximately 100 knots, the jet swerved 
60 degrees and departed the runway. Follow 
NATOPS completely.—Lt. Matt Bartel, FA-18 
analyst, Naval Safety Center.

HS-5 8 years (25,875 hours)

VAW-115 17 years (36,000 hours)

HMM-268 16 years (80,000 hours)

VMFA-27 16 years

VAW-117 25 years (53,000 hours)

VFA-136 9 years (39,138 hours)
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